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FOREWORD

The purpose of this report is to determine the major railroad
lines in use between the western frontier of the USSR and the Iron
Curtain and to establish their traffic capabilities. The report
will attempt not only to show the reilroad lines currently serving
as sections of major east-west transport routes but also to show
those railroad lines which seem likely to be used as sections of
major and alternate military supply routes for east-west through
traffic in the event of war.

Quantitative estimates in this report are based on the capa-
bilities of the lowest capacity sections of the major railroad lines
west of the transloading stations along the western frontier of the
USSR,

The area under review comprises all of Eastern Burope, including
Austrias and Yugoslavia. Albania 1s not included, because its small
reilroad system is not connected to the other Satellite systems and
can comtribute nothing to Soviet continental transport requirements.
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CIA/RR PR-31
(ORR Project 10-51.)
INFORMATTON

: RATLROAD TRANSPORT CAPABILITIES
BETWEEN THE SOVIET FRONTTER AND WESTERN EUROPEX

Summary

The 12 railroad through routes which cross Eastern Europe between
the Soviet frontier and Western Europe have proved sdequate, with few
exceptions, for all requirements placed on them since they have passed
under Soviet control, and they possess a great potential for expansion.

Whether these routes would be equal to the demands of Soviet
military operations in Western Europe cannot be estimated. In welgh-
ing the estimated traffic capability of these routes against any esti-
mate of requirements, it should be borne in mind that the logistical
requirements of the Soviet Bloc for such operations would not be
restricted to goods originating in the USSR, since the requirements
would in part be met by Satellite sources of supply. .

The meximum sustained traffic capacity of these routes =-- the
level of traffic that can be supported indefinitely -- is estimated.
at 250 trains each way per day (TEWPD), carrying 225,000 tons** each
way per day.¥¥*

The maximum short-term traffic capsascity of these routes -~ the
highest level of traffic that can be supported for approximately 30
days -- is estimated at 287 TEWPD, carrying 258,300 tons each way per
day. ' :

A maximum emergency capacity 1s believed to exist whereby these
routes can move about 936 trains per day, in one direction only,
carrying 505,200 tons of freight across the area. 8Such a movement
would be possible only with considersble advance preparation and is

. limited to a maximum total of about 1,000 trains.

* This report contains information available as of 1 January
1953.
** Tonnage capaclties are given in net metric tons throughout this
report.
**¥% The estimates of railroad cepacities contained in this report
are believed to be correct within a 25-percent margin of error.
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The capacity of transloading stations along the Soviet frontier,
through which freight is transferred from the Buropean standard-gauge
railroad lines to the Soviet broad-gauge lines, at present limits the
maximum sustained traffic capacity for movements crossing the Soviet
frontier to only 205 TEWPD, or 184,500 tons per day in each direc-

. tion -- T2 percent of the total maximum short-term traffic capacity

of the existing Satellite railroad network. The existing transloading
facilities can be expanded without undue difficulty; and because the
transloading capacity can be readily expanded, transloading is not
considered to affect seriously east-west traffic cepacity. ’

Expansion of facilitiles, both planned and already under way, 1s
expected to elevate the meximum short-term traffic capacity by 1955
to approximately 388 TEWPD, carrying 349,200 tons each way per day.

I. History of Railroad Transportation in Eastern Europe.

Railroads originally were introduced into Bastern Burope chiefly
for military rather than economic utility. The first railroads were
buillt not to bind Eastern Europe together but rather as defense meas-
sures which resulted in its division into separate areas. The frontiers
of four great empires lay across Bastern Europe in the nineteenth cen-
tury, and the newly developed steam trains were well suited to deliver
the increasing weights of military supplies needed at border garrisons.
Austria, lying between Russla, Prussia, and the Ottoman Empire, be-
came the greatest railroad builder in Rastern Europe. Tsarist Russia
did little to further the economic growth of its border lands. Con-
sequently, the railroads in Bessarabia and in the Grand Duchy of War-
saw were chiefly of military importance and were not well developed.
The sparsest railroad system in Fastern Burope is in that part of
Poland which was taken over from Russia following World War T.

The railroads of several Eastern European states were developed
under more than one governing authority. The poor articulation of
the railroad systems inherited by Yugoslavia, Rumania, and Poland in
1919 can be attributed as much to the "tides of empire" as to the
dictates of geography. Yugoslavia, for example, inherited parts of
five different railroad systems when the country was formed.
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Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

During the past 30 years, however, there has been considerable
rallroad development, and few traces of the imperial pattern are now
visible in the Satellite railroad network, except in Poland, where
the old Russo-German frontier i1s as clearly visible in the railroad
network as if it were marked by a line on a map. The railroad net-
work in Bilesia and Pomersnia i1s uniformly dense up to the frontier
line of the old Grand Duchy of Warsaw. Immediately east of this
line the network is extremely and uniformly sparse.¥

IT. - Administration and Operation. _ B

1. Administration.

When the Satellite railroads came under Soviet control in
1945, they were particularly ill-suited to meet the long-term stra-
tegic and economic needs of the USSR in Eastern Europe. Adminis-
tration and control were greatly complicated by the multiple owner-
ship of the railroads. There were eight separate state-owned rail-
road systems and scores of privabe lines to be dealt with in
controlling a combined system totaling less than 100,000 kilometers.

The several difficulties inherent in multiple ownership have
been solved for the USSR in different ways. All the private railroads
in the European Satellite countries were nationalized by 1949, leav-
ing only the eight state-owned railroad systems to be controlled.

The general control of transport ministries, which Communist political
domination of all Satellite cabinets had given the USSR, was too in-
direct and unwieldy -- sometimes too unreliable -- to be satisfactory.
To install Soviet personnel at all levels of the eight state-owned
railroad systems would have been impossible for several reasons, in-
cluding lack of tralned manpower.

A short cut to efficilent and complete Soviet control was Found
in the relationship which existed between the military and the state
railroads in every Satellite country except Fast Germany:. The organ-
ization in Czechoslovakia 1s typical. The best railroad brains of the
Czechoslovak Ministry of Transportation are reported to have been in
the Fourth Bureau of the General Staff of the Czechoslovak Army.
Through this bureau and through Czechoslovek Army representatives in
the Ministry of Transport, the Czechoslovak Army controls all rail-
road planning, operations, and information. The Ministry of Transport

¥ Bee the map, Railroads of Eastern Burope -- 1952 (North Sheet and
South Sheet), following p. k1.

o 3w
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serves chiefly for administration and management. It has always met
all military requests immediately. A large group of Soviet Army
officers is working on the Czechoslovak General Staff, and some are
in the Fourth Bureau. Through the channels of the Fourth Bureau,
their demands can be quickly and easily satisfied. l/* One reason
why the USSR has refrained from putting large numbers of Soviet
personnel into operational positions in the Czechoslovak railroads
is that it is realized that hundreds of Czechoslovak officials
would be offended. 2/

Also in Hungary and Poland, Soviet Army officers are in cpera-
tlonal positions necessary to support the military lines of communi-
cation from Vienna and Berlin to the USSR. Because East Germany has
no establisghed military force through which to work, the USSR con-
trols the East Germsn Reichsbahn (State Railroad) through its eco-
nomic commission as well as through direct military supervision.

2. Operation.

Between World Wars I and II, railroad operation in Eastern
Europe was neither intensive nor efficient. Traffic was not heavy,
rolling stock was adequate, and turn-round time (the elapsed time
between one loading and the next loading of a car) was unhurried.
Equimment was primitive: few cars had air brakes, automatic cou-
plings, or roller bearings. Block signals were used on few lines,
and centralized traffic control was used only in the great terminals.

Railroad traffic was then largely made up of domestic move-
ments in support of the several internal economies and the exchange
with Central and Western Furope of raw materials for finished products.
Less than 5 percent of the commerce of Eastern Europe was with the USSR.
Consequently, few railroad lines leading into the USSR were developed.

The layout of the total rallroad network, although satisfactory
for westward traffic toward Central Furope, was poorly orientated for
the new easgtward and northeastward traffic pattern imposed on the area
by the USSR. Topographical factors, such as the Carpathian mountain
range, would have made any basic reorientation of the over-all net-
work extremely difficult and expensive. Serious congestion points in
the network, where lines converged on the great cities, caused many
dangers end inconveniences.

!

¥ Tootnote references in arabic numerals are to sources listed in
Appendix D.

-4 -
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The physical condition of the railroads alone created a serilous
problem throughout the Soviet Bloc. During World War IE, all the sys-
tems suffered greatly from lack of maintenance and from abusive over-
use in addition to the enormous war destruction which had, by 1945,
brought nearly all rallroad operations in the area to a complete
standstill.

During the past 5 years the Satellite railroads have been
restored to good physicel condition, and much has been done to over-
come their shortcomings. By 1949, nearly all the lines, bridges, and
workshops which were destroyed in the war were restored to service,
and rolling stock inventories were largely restored to prewar levels,
mainly by lntensified workshop activity, although there has also been
new production. The railroad network has been altered extensively to
meet present requirements: hundreds of kilometers of new lines have
been laid in order to provide better connections to the east, and
bypasses have been built, not only around the great cities but also
around many secondsry congestion points. New lines which have been
laid include the following:

a. Tomaszow Mazowleckl -- Radom, in Poland.

b. Vac -- Habvan, in Hungary.

¢. Cralova -- Caracal -- Bucharest, in Rumania.
d. Tecuci -- Faurei -- Bucharest, in Rumania.
e. Bofia -- Karlovo, in Bulgaria.

There have been technical difficulties with the Satellite
railroads, however, which have been harder to correct. These dif-
ficulties derive largely from multiple ownership. The wide variety
of types of equipment in use and the numerous working methods em-
ployed have greatly complicated all operstions, particularly main-
tenance and replacement. Workshop procedures and dispatching
practices vary. Brake systems, signal equipment, and types of roll-
ing stock differ widely in each of the Satellites. In 1947, 14O
different types of locomotives were reported in the railroad inven-
tory in Poland alone.

Considerable technical unification has been effected across
the whole area, wilthout altering the framework of the various nation-
sl railroed systems. The diversity of the Polish locomotive park,
for instance, is being reduced to the three standarized types cur-
rently in production in Poland. This trend toward standardization
has been reported in Hungsry and Rumsnis as well, and at least some

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8
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cross-standardization of rolling stock, air brakes, couplings, and
signal equipment has been achieved throughout the Soviet Bloc.

Operational procedures have been standardized graduslly
throughout the Soviet Bloc, chiefly by sbandoning established pat-
terns of work in favor of Soviet procedures. Every Satellite coun-
try has sent delegstions of railroad technicians to the USSR for
training courses, and Soviet commissions have toured each Satellite
railroad system in the interest of coordination. The imposition of
Soviet methods on Satellite railroads, which has been going on for
about 5 years, is not concluded. As late as April 1952 it was report-
ed that the application of Soviet methods throughout the Czechoslovak
railroads was being pushed by Transport Commissioner Gireth and by the
General Board of Directors of State Rallroads in Prague, who together
control actusl operations. 3/

Certain economies have been gained by the adoption of Soviet
workshop procedures, whereby scores of operations, formerly needed to
inspect and service a locomotive, were reduced to 18 routine operations.
This regimentation into one pattern of such diverse railroad systems
as the East German and Bulgarian systems cannot have been achieved with-
out serious dislocations. Nevertheless, the reorganization has yielded
many economies, cemented Soviet control, and considerably strengthened
the entire Soviet Bloc railroad system.

The best measure of the success of Sovietization is reflected
in the figures showing the increasing volume of traffic carried. In
1951 the Satellite railroads produced approximstely 90 billion ton-
kilometers of freight traffic, E/ which was approximately 60 percent
sbove the 1938 level of sbout 55 billion ton-kilometers. 2/ This
Increased freight traffic apparently was achieved with approximately
the same amount of physical equipment and manpower and was made
possible by increased efficiency at every level of railroad opera-
tions and by greatly intensified utilization of all equipment and
labor. Workers' productivity was increased by the introduction of
several types of competition. The Stakhanovite system has continually
elevated the work-load norms.

Similar intensification of output is going on in other fields
of the Satelllite economies. For example, bauxite production in Hun-
gary has increased yearly from 340,000 toms in 1947 to 500,000 tons
in 1948; 530,000 tons in 1949, and 800,000 tons in 1950. Production

-6 -
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for 1952 was planned at 1.2 million tons. é/ Such increases in indus-
trial activity result not only in yearly incresses in requirements for
railroad freight transportation but also in the production of input
items required for increasing railroad capabilities. There is every
indication that the Satellite railroads will continue to incresse their
capabilities and that, if allocations are kept in balance, railroad
capabilities can be maintained at any level required by industrial
expansion. '

ITI. BRailroad System of BEastern Europe.

The combined railroad system of Eastern Burope has no prevailing
over-all pattern. The major railroad lines do not form a clearly
defined network, and there is neither north-south nor east-west polar-
1ty noticesble in ‘the total network. There are, however, several
small patterns: the grid of Bulgaria, the crescent of Rumania, the
northwest-southeast axis of Yugoslavia, and the radial spokes of Hun-

gary.

The over-all railroad network well reflects the geography of the
area: lines which skirt the mountain formations and follow river
valleys are prominent. The political structure of Easstern Europe
i1s also reflected in the network, the most outstanding features of
which are the webs which radiate from the capital cities ~-- Berlin,
Warsaw, Prague, Vienna, and Budapest.

The economic life of the area accounts for other railroad centers,
such as Wroclaw, Katowice, Ostrava, Bratislava, Brasov, and Ploesti,
where heavy industry and commerce have developed focal points in the
network. These webs and focal points are united by several main
connecting lines and crosslines, and together these form the basic
raeilroad system of BEastern Europe. To this basic system, many
secondary comnecting lines and crosslines have been added, giving
the total network, particularly west of the 20th meridian, consid-
erable density and meny alternate routing possibilities.

Within the over-all network of railroad lines in Bastern Burope,
this report is concerned with three main patterns: (1) those 11 lines,
regardless of location, which are now most important to the Satellite
area; (2) the existing east-west through routes,formed by combinations
of local or area lines, which now connect the Soviet frontier with the
Iron Curtain; and (3) the potentisl east-west through routes across
the Satellite area as they may be expected to be by 1955. For

_"('_
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convenience, these three patterns are identified as follows: basic
network -- Pattern A; existing east-west through routes -- Pattern B;
and potential east-west through routes -- Pattern C.

1. Basic Network -- Pattern A.

Within the total network the 11 railroad lines which form the
basic network, Pattern A, and which are currently most important for
binding the Satellite area together and for the volume of traffic
heuled are listed in Table 1.%

It is significant that, although these are the most important
railroad lines in Eastern Europe, only four of these lines can be prop-
erly regarded as parts of east-west through routes: namely, Lines 1,
2, 3, and 6.

2. Ixigting Fast-West Through Routes -- Pattern B.

Pattern B represents the east-west through routes which can be
formed by currently available railroad lines. These routes. are listed
in detail in Table 2%¥* and are shown on the accompanying map, Eastern
Europe: Principal East-West Railroad Through Routegs -- 1952 ,%%%

a. Principal Lines.

Nineteen railroad lines enter the Satellite ares from the
east, and about 30 lines cross the Iron Curtain from the west. The
difference is largely because of the fact that nearly twice as many
lines enter East Germany from Western Europe as enter Poland from the
USSR. Not all these fromtier crossings, however, have east-west through
. connections. There are only 12 routes -~ continuous connections from
east to west across the Satellite area -- and L4 of these are secondary
routes, currently carrying very little east-west through traffic.

Routes X and XI, which do not lead to the fromtiers of the
USSR, have been included becsuse they lead to Soviet-dominasted Black
Sea ports, each of which can deliver freight in volumes comparable to
the average overland transloeding stations.

¥ Table 1 follows on p. 9.
¥* Table 2 follows on p. 1l.
¥ Following p. 12.

-8 -

S-E-C-R-E-T

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8



Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

“dssn U3 03 SUoTgBJIE

~dog uetIeduny pPUER UBTIFSNY °OTIFeJ) ATR]TTTW 19TAOS
* e TYRAOTSOUD9%ZY

pur BISSTTIS YSTTOd OF SJ0 TUOIT USTpamg - 3x0d
BTULP) 09 £110dXe YRAOTSOUDSZ) SWOS. pus TBOD YSTTOd

+2T3TeE °U3l UITA OTJIJed] USTTOJ PUB FYBAOTSOUOSZ)

*BISOTIS USTIOd

01 STEIJS]BW PUB S3JIC 39TAOS *H¥SSN 9y3 03 TB0° USTITOod

spusTod 0% SPoOd PIUST

‘0T *d wo MOTTOJF T 9TqelL JI0J S330U00d %

Auoyez -- Usd3Iq(
-- gsodepng -- J0LH -~ BUUSTA 9

BTULPD -- Z0ZSOIplg |

-~ SDTMOYEBY -- BABIZSQ ~-- BUUSTA 4

-- 90TMOQ®Y -- UBUZOJ ~- UTOSZOZS :

A0A,T -- Tsfmezad -- doTmoeN %/B €

~-UTJ pus hﬁmﬂamowﬁ TemIsy) - ATBWILY 4Sey 01 TeoD YsSITod SOTMOIBY -- MBTOOJIM -- SNQISF0D 2
\H -uoxT 81d mex q199qg ~-- MBS

SurpnTouT ‘¥SSn sy3 03 SuoTjessdal UBWLIS) JO SAUSWITUS -Teq -- JOpO/InINueii -- UTTISE T

STUeWITUS JUSToAL TedTourid FUSWISTTY auT]

2G6T
¥ uIeyed

odoandg WI9qeed UT JJIOMTSN PeCITIBY 2TSBd UL

T ST9BL

i

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8



Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

- 0T - .
*TnquedsI y3Tth sdeang uxeqseoM Surqosuuod ‘surT sssadxy queTa) uoTdwrg PTC 3yl °p
*gees uesday puer OT4Ted SUL
USSM39Q PUB SI9QTTTIGES UISUINOS Y3 PUB UISYJIOU UG USIMYSQ OTJIBIS JOJ SUIT J00PW © A[ISWIOf 9
TSUEATed OUT URTM OTJJed) UBWLIS) 1SeH TTe J0J JuUTOod J9TIUOIT 9Y9G ST nepusyog peg ' q
‘g _SUTT JO UOTYIBNUTJUOD PIBMISES UY ‘*®

*9TJyea) TBUOTIRUIDFUT

J0J ‘WSTYDS OYTL 3U3 90UTS ‘pasn STYI4FI  *BIIeSTNg BTICG
PUB BTABTSOSUX UT OTJJBJ] OT94SOWOP JOJ Snuose Jofew y§  -- opeadreg -- Qaa3ey7 -- suslTqnlT \m TT
*OT3FBIg TRUOTIRUISUT JOJ ‘HSTHOS 09T U7 SouUts THTUCTeSSaYf
‘pesn aT99TT *®TARTSOSNY pue AreSuny UT OTITeJ] OTASoWOJ -- apeIdTsy -- worgoqng -- qsadepng \m oT
*HOSN SU3 0% puB 3saXeyong 09 BIUBUNY JO BAJIER BITOSY BIABISUOD =~ 250I
a3 woag uotrionpoad ALxgsnput Laeey snyd ‘Q SUTT s® omeg -eyong ~-- UTIOASS-NUIN] -- 2JIe0S TWL 6
*SPTSTE TTIO T3ss0Td
SU3 woag saonpoad umsToazed Furpnioul ‘sAoTTeA oqnureq TABTEY
STPPTW PUE JSAOT SU3 USSMA39Q OTJJBJ] AIRFTTTE TBISUSYH -~ 14S80Td -- BIpPRIQ -- 4sadepng o}
*98sag pue UTTISE BTA ¥YSSN 93Ul
0% B3JB aNY SY3 WOIJ 2J0 UMTURI *395TJ BIS OT13Teq
I9TA0g Byl 03 saonpoad umstoajed ueTaasny - oTaTEd PUNSTBIAGEY -- UTTISg -~ Uspsadyd
SUT BTA HSSN 9UY 07 SIUSIITUS UeULIad) PUB YRAOTSOUDSZD |'\m nepUBHOG peg -- UITOY -~ BUUSTA A
syusmdTyg JusTegy Tedroutag JUSHUS T TY SUTT
(penuTquo))
cG6T
V uasijed

odomg uz29SBE UT YIOMISN PeOITTeY 2ISed SyJ

T =°Tq=d

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8



i

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

i

Table 2
Existing East-West Railroad Through Routes in Eastern Europe
Pattern B
1952
Route Alignment

T 2/* Tuebeck -« Bad‘Kleinen -~ Questrow -- Pasewalk -- Szczecin --
Runowo -- Chojnice -- Tczew -- Elblag -- Braniewo -- Kelin-
ingrad

IT

ITL

vl

VII

VIIT

Oebisfelde -- Stendsl -- Rathenow -- Berlin (Spandsu) b/-- Ber-
1in (Inner Freight Ring) -- Werbig -- Kostrzyn -- Pila --
Torun -- Ilaws -- Korsze -- zheleznodorozhnyy =-- 'Chernyskhovsk

Helmstedt -- Magdeburg -- Potsdam -- Berlin (Southern Quter
Freight Ring) -- Frankfurt/Oder -- Zbaszynek -- Poznen --
Kutno -- Lowlcz -- Warsaw =-- giedlce -- Lukow'-- Brest

Fllrich -- Nordhausen -- Halle -- Falkenberg -~ Cottbus --
Cuben -- Glogow -- Leszno -- Lodz -- Koluszki -- Tomaszow
Mazowiecki -- Radom -- Deblin -- Iublin -- Rejowlec --
Chelm -- Yagodin -- Kovel'

Bebra -- Bisenach -- Lelpzig -- Ruhlend -- Horka -- Wroclaw --
Opole -- Katowlce -~ Krakow -- Przeworsk -- Przemysl -- L'vov

Cheb -- Prague -- Poricany -- Kolin -~ Pardubice -- Prerov --
Hranice -- Horni Lidec -~ Zilina -- Liptoveky Sv. Mikulas --
Mergecany -- Kysek -- Kosice -- Michal'any -- Slov. N.

Mesto -- Cerna -- Chop

Fuerth -- Ceske Budejovice -- CGmuend -- Vienns -- Bratisla&a -
Szob -- Vac -- Aszod ~~- Miskole -- Szerencs -- Nylregyhaza --
Zahony -- Chop -- Mukachevo

1inz -- St. Poelten -- Viemna -- Gyor -- Budapest -- Ujszasz ~=
Szolnok -- Szajol -- Puspoklsedany -- Debrecen ~- Nylregyhaza --
Zehony -- Chop -- Mukachevo '

¥ TFootnotes for Teble 2 follow on p. 12.
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Table 2

Existing East-West Railroad Through Routes in Eastern Europe
Pattern B
1952
(Continued)

Route Alignment

.4 Salzburg -- Bruck -- Graz -- Szentgotthard -- Szombathely --
Szekesfehervar -- Budépest -- Cegled -- Szolnok -- Szajol ~-
Bekescsaba -- Arad -- Teius -- Brasov -- Ploesti - Reni

X a/ Udine -- Qorizia -- Zagreb -~ Koprivnica -- Gyekenyes --
Baja -- Kiskunhalas -- Subotica -- Kikinda -- Timisoara =-
‘Tu;nu-Severin -- Bucharest -- Constanta

XTI g/ Trieste -- Zagreb -- Novské -- Belgrade -- Lapovo -- Nis --
Sofia -- Plovdiv -~ Burgas !

XII E/ Tervisio -- Klagenfurt -- Vienna -- Prerov -- Dziedzice --
Zebrzydowice -- Katowice -- Czestochowa -- Warsaw --
Bialystok -- Vil'nyus

a. Route of secondary importance.
b. Spandau is a suburb of Berlin.

Because of its oblique axis, Route XII seems to be a route
unlikely to be much used for traffic across the Satellite area. It ig
included because it is capable of carrying a large amount of traffic,
because it hasg virtually no overlepping,* and because several of its
sections are known to be important to intra-Soviet Bloc traffic.

This selection of routes is admittedly an oversimplification
of a complex pattern. Omitted from the map of Pattern B are the bifur-
cations (branching lines), the alternate 1line sections (line sections

* Throughout this report, overlapping refers to the inclusion of any
one section of a railroad line in more than one of the routes discussed.

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8
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which provide roughly parallel connections between two pbints), and
the cross-connections. These would complicate the map without appre-
ciably improving the knowledge of over-all east-west capacities.

Two criteris were used, wherever possible, in selecting the routes:
(1) that they be independent of each other, with as little overlapping
as possible, and (2) that they reflect the actual east-west routing
practices of the area rather than what might appear from the map to
be the most direct routes.

b. Bifurcations.

Eight of the 10 routes which lead to the Soviet frontier
are bifurcated east of the 20th meridian, permitting traffic to enter
the USSR at not 9 or 10, but at 17, border crossing points. Route XI
is bifurcated three times, and westbound traffic which enters Central
Europe via Trieste can originate at two points now in Soviet hands,
Varna and Burgas, or at two points now in Western hands, Istanbul
and Thessaloniki. Four other bifurcations, west of the 15th meridian,
permit traffic from the 12 basic routes to enter Central Europe over
16 different lines. The bifurcations give an unquestioned increase
in routing elasticity, but they can have little effect on the total
east-west traffic capacity as the network between the 15th and 20th
meridians now stands.

These bifurcations are listed in Table 3% according to
routes, forking points, and bifurcating lines.

c. Alternate Line Sections.

Alternste line sections which exist in several places
gerve both to increase capscity for local traffic and to provide
emergency alternate through-route connections. Because east-west
through traffic on all these alternate line sections must eventually
return to the main lines of Pattern B, the alternate line sections
increase the total east-west through traffic capacity very little.
These alternate line sections aere listed in Table h %%

d. Cross-Connections.

A myriad of cross-connections mede up of connecting
lines and crosslines greatly increases the elasticity of the system.
For instance, a considersable amount of eastbound traffic entering
Poland on Route IV branches off, either at Koluszki to join Route TIT

¥ Table 3 follows on p. 1k,
*% Tgble 4 follows on p. 15.

. o i p— e
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Table 3

Bifurcations of Major East-West Rallroad Through Routes
in Eastern BEurope

Route Forking Point Bifurcating Line

Westward Bifurcations

II Berlin (Spandsu) Wittenberge -- Hamburg
IT Stendal Salzwedel -~ Bremen

IV Nordhausen Heiligenstadt -- Kassel
X Budapest Nagykanizsa -- Maribor --

Villach -- Innsbruck

Eastward Bifurcations

IT Korsze Bagrationovsk -- Kaliningrad
ITT Siedlce Kolonia Czeremcha
v Rejowlec Zawadeae -- Rava Russkaya
v Przemysl Nizhankovitse -- Sambor
VI Michal 'any Banovce ~- Uzhgorod
VIII Puspokladany Episcopea Bihorului --
Sacueni -- Dej --
Darmanesti -- Tasi
VIII Debrecen Valea-Lui-Mihai -- Halmeu -~
Khust -- Slghet -
Kolomyysa
XTI Lapovo SkopJje -~ Thessaloniki
XTI Sofia Pleven -- Varns
XTI - Plovdiv Edirne =-- Istanbul
XIT Bialystok Krynki -- Minsk

at Warsew 8/ or at Tomaszow Mazowieckl to join Route V at Przeworsk. 9/
The Kutno -- Torun -~ Pila line connects Warsaw with Szczecin and per-
mits interchange between Routes I, II, and ITI.. The Zbaszynek --

- 14 -
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Czerwiensk line gives a cross-connection between Routes ITI and

Iv. }9/ The Prague -- Plzen -- Domazlice line connects Routes VI
and VII in the west, and the Szerencs -- Satoraljaujhely line con-
nects them in the east. Routes VII and VIII are connected by the
Nordbahn Bridge in Vienna and by the Vac -- Budapest line. Routes
VIIT and IX are connected by the line between Puspokladany and
Oradea and share the short line section between Szolnok and Szsajol.
The Razbolenl -- Teius line permits traffic¢ between the eastern
alternate line sections of Route IX, and the Arad -~ Timigoara line
connects Routes IX and X. There are many other cross-connections
on which traffic moves freely between all the routes.

Table 4

Alternate Railroad Line Sections in Bastern Europe -

Route Alternate Line Section

I Runowo -- Slupsk -- Gdynia -- Tczew

IT Bad Kleinen -- Rostock -- Stralsund -- Pasewalk
IITI Siedlce -~ Kolonia Czeremcha -- Brest

IV  Cottbus -- Forst -- Zagan -- Glogow

VI Hranice -- Bohumin -- Zilina

VI Prague -- Nymburk -- Kolin
VIII St. Poelten -- Wiener Neustadt -- Gyor

IX Budapest -~ Kecskemet -- Szeged -- Arad

IX Bekescsaba ~-- Oradea -- Cluj =-- Deda -- Adjud -- Galati

XI = Zagreb -- Dugo Selo ~- Novska

XIT Vienna -- Bratislava -- Zilina -~ Zebrzydowie
XIT Dziedzice -- Tunel -- Radom -~ Warssw

e. Qverlapping.

route) occurs on three of the routes.

-

Overlapping (the use of a line section by more than one
Routes VII and VIII overlap

for 65 kilometers in Hungary, from Nylregyhaza to Zshony, and for

perhaps twice that distance inside the USSR.

Routes VIIT and IX

- 15 -
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overlap for 12 kilometers between Szolnok and Szajol. This over-
lapping in Hungary is believed to cause little inconvenience to the
dispatchers: +the Nyiregyhaza -~ Zahony line section is double-
track, and both Route VII and Route VIII which feed into it are
single-track. The Szolnok -- Szajol line section may be a potential
strategic congestion point, but it is short, and its capacity is
believed to be adequate for the maximum traffic requirements of both
Route VIII and Route IX.

The city of Budapest 1s perhaps the worst congestion
point in Hungery. Although completion of the double-track line from
Vac to Aszod enables all the transit traffic of Route VII to bypass
the city, Budapest remains a congestion point for east-west traffic.
Routes VIII and IX must cross the Danube on the same bridge and share
20 kilometers of the metropolitan system, between the Kelenfold and
Kobanya-Rakos stations, with fairly heavy local traffic. The recon-
struction of the Ujpest Bridge in Budapest has been started. ;}/
This bridge will completely separate Routes VIII and IX, leaving only
the congestion which results from local traffic on the lines within
the metropolitan area. Routes X and XI pass through northern Yugo-
slavia and have handled very little intra-Soviet Bloc traffic since
the Tito schism in 1948.

3. Potential East-West Through Routeg -- Pattern C.

Several factors have been omitted from the analysis that
produced Pattern ‘B, which represents only the network as of June
1952. Line development in.all the Satellites, both planned and
under construction as of June 1952, is expected to alter the rail-
road network so that, by 1955, Pattern B will no longer adequately
represent. the east-west traffic capabilities of the Satellite area.
Three or four new routes are expected to be opened, and nearly all
the present overlapping will be bypassed. The most important of the
construction projects are listed in Teble 8,% Appendix A, according
to route, country, and line. The routes which form Pattern C, the
potential through routes by 1955, are listed in detail in Table 5%%
and are shown on the accompanying map, Eastern Europe: Potential
East-West Rallroad Through Routes -- 1955.%%% :

¥ P. 29, below.
*% Table 5 follows on p. 18.
*¥%¥% Following p. 20O.
- 16 -
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IV. Traffilc Capacities of Pattern B and Pattern C.¥

Many factors besldes the availability of lines, track, and rolling
stock govern the capacity of a rallroad system to move freight from
one place to another. These other factors include the speeds prevail-
ing on each line; ruling gradients and minimum radil of curves; maximum
permissible axle~loading pressures; Lypes and amounts of signal equip-
ment employed; and, for single-track lines, the frequency eand lengths
of passing sidings and of alternate lines. The lengths and weights
of trains, thelr operating ranges, and the types of load which they
haul’ also affect the capacity of the lines.

The necessary material is not availeble from which to meke an accu-
rate capacity estimate for each of the 64 line sections under review.
Considerable evidence is available, however, on what the German and
Soviet railroad authorities believe the Satellite railroad capabilities
to be. It is this material on which most of the estimates in this
report have been based.

Traffic capacity can be stated in three ways: (l) maximum sustained
traffic capacity, (2) meximm short-term traffic capacity, and (3)
meximum 24-hour emergency traffic capacity. Maximum sustained traffic
capacity refers to the highest level of traffic that can be supported
indefinitely. Maximum short-term traffic capacity refers to the high-
est level of traffic that can be supported for approximately 30 days.
Maximum emergency traffic capacity refers to the highest level of traf-
fic that can be supported for 24 hours in one direction only. Estimates
for all three categories of traffic capaclty for Pattern B are listed
in Table 6.%%

To convert number of traing per day to number of tons per day, 900
tons per traln are allocated for sustained tonnage capacity and short-
term tonnage capacity. Calculations are based on a train of 50 chrs
at a load of 18 tons per car.

These figures are selected arbitrarily because there 1s no such
thing as a standerd BEastern Burope freight train. Trains usually run
between 4O and 60 cars, and carloads vary between 15 and 20 tons.

¥  For the purposes of this report, capacity of a route refers to the
capacity of that section of the rallroad line which is able to carxry
the least volume of traffic and which thereby limits traffic on the

‘entire line,
*% Table 6 follows on p. 21.
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Table 5

Potential East-West Railroad Through Routes in
Eastern Europe

Pattern C
1955
Route Alignment
I Luebeck -- Bad Kleinen -- QGuestrow -- Pasewalk -=- Szczecin --

Runowo -- Chojnice -- Tczew -- Elblag -~ Keliningrad

II Oebisfelde -- Stendal -- Rathenow -- Berlin (Spandau) -~ Ber-
lin (Inner Freight Ring) -- Werbig -- Kostrzyn ~- Plla --
Bydgoszcz -- Torun -- Ilawa -- Korsze -- Zheleznodorozhnyy --
Chernyakhovsk

11T Helmstedt -~ Magdeburg -- Potsdam -- Berlin (Southern Outer
Freight Ring) -- Frankfurt/Oder ~-- Zbaszynek -- Poznan -- .
Kutno -- Lowicz -- Warsaw -- Siedlce -- Iukow -- Brest

v Ellrich ~- Nordhausen -- Halle -- Falkenberg -- Cottbus --
Guben -- Glogow -- Leszno -- Kalisz ~- Lodz -- Koluszki --
Tomaszow Mazowlecki -- Radom -- Deblin Bypass -~ ILublin --
Chelm -- Rejowiec -- Yagodin -- Kovel!

A Bebra =-- Eisenach -- Erfurt -- Leipzig ~- Ruhland -- Horka --
Wroclew =-- Opole -- Katowice -- Krakow -- Przeworsk --
Przemysl -- L'vov '

V-A Rentwertshausen -- Saslfeld -- Zwickau -~ Dresden -~ Goer-
litz -- Jelenia Gora -- Klodzko -- Nysa -- Kozle -~ Nedza --
Dzledzice -~ Nowy Sacz -- Nowy Zagorz -- Chyrow -- Ssmbor

VI . Cheb -~ Prague -- Poricany -- Kolin -~ Pardubice -- Prerov --
Hranice -- Horni Lidec -- Zilina ~-- Liptovsky Sv. Mikulas --
Margecany -- Kysak -- Kosice -- Trebisov ~-- Banovece --
Matovece Cepel ~- Uzhgorod

VI-A Fuerth -- Plzen -- Prague Bypass -~ Havlickuv Brod -- Brno --
Kyjov =-- Veseli -- Kozarovce -- Zvolen ~- Banska Bystrica --

- 18 -
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Table 5

Potential Rast-West Railroad Through Routes in
Fastern Europe
Pattern C
1955
(Continued)

Route Alignment

VI-A Margecany -- Kysak -- Humenne -- Stakein -- Ubl'a -- Vel.
(Cont'd) Berezne

VI-B Passau -- Haidmuehle -~ Ceske Budejovce -- Jihlava -~ Bre~
clav -- Trnave -- Levice -- Lucenec -- Miskolc ~- Szerencsg --
Nyiregyhaza ~-- Mateszalka -- Carei -- Jibou -- Dej -~ Salva ~-
Darmanestl -- Pascani -- Iagl -- Ungeny

VII Fuerth -- Ceske Budejovice -- Gmuend -- Vienna -- Bratislave --

Szob -- Vac -- Miskolc -- Szerencs -- Satoraljaujhely --
Cerna -- Chop -- Mukachevo

VIIT Iinz -- S8t. Poelten -- Vienna -- Hegyeshalom -- Gyor -- Buda-
pest -~ Ujszagz -- Szolnok -- Szajol -- Puspokladany --
Debrecen -- Valea-Lui-Mihai -- Carei -- Satul Mare --
Halmeu -- Khust -- Sighet -- Kolomyya

X Salzburg -- Bruck -- Graz -- Szentgotthard -- Szombathely --
Bzekesfehervar -- Budapest -- Cegled =~ Szolnck -- Szajol --
Bekescsaba -- Arad -- Brasov -- Ploesti -- Braila -- Renil

IX-A Innsbruck -- Villach -- Maribor -- Kotoriba -- Nagykanizsa --
Siofok -~ Pusztaszaboles -- Dunafoldvar -- Solbt -~
Fulopszallas -- Kecskemet -- Kiskunfelegyhaza -- Oroghaza --
Bekescsaba -- Oradea -- Cluj -- Razboleni -- Targul-Mures --
Deda -- Adjud -- Tecucli -- Reni

X Udine -- Gorizia -- Zagreb -- Koprivnica -- Gyekenyes --

Baja -- Kiskunhalas -- Subotica -- Kikinde -~ Timisocara --
Turnu~Severin -- Bucharest -- Constanta

- 19 -
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Table 5

Potential East-West Railroad Through Routes in
Eastern Europe
Pattern C
1955
(Continuved)

Route Alignment

XTI Trieste -- Rljeka -~ Zagreb -- Novska -- Belgrade -- Lapovo --
Nis -- Dimitrovgrad -- Sofia -- Plovdiv -- Burgas

X1I Tarvisio -- Villach -- Klagenfurt -- Vienna -- Prerov --
Dziedzice -- Katowice -~ Kalety -- Czestochowa -- Koluszkl -=
Warsaw -- Bialystok -- Vil'nyus

Thus tonnage capacity varies between 600 and 1,200 tons. The average
of 900 tons has been accepted for this report as a conservetive aver-
age. Actually most through freights between Fast Germany and the UBSR
are believed to carry more than 1,000 tons. Only 60 percent of max-
imum tonnage capacity, or 540 tons per train, has been used for the
estimate of maximum emergency tonnage capacity.

The figure of 900 tons for the maximum emergency tonnage capacity
appears to be conservative. The Soviet-dominated Reichsbahn limits
the net load of trains operating between West Germany and Berlin, via
the Helmstedt -- Potisdem section of Route III, to 800 tons. &g/ This
is believed, however, to be a synthetic re%trlctlon, because several
spot checks have revealed that Soviet Bloc trains operating between
Berlin and the USSR average 60 cars at 17 tons each, or 1,020 tons
net load. The most common train load listed in German railroad
opereting timetables is 1,200 tons. Maximum train loads in Poland
have been reported as 1,100 tons for Route II, 1,200 tons for Route
IIT, and 1,050 tons for Route IV. 13/

The estimates gilven in Table 6 are believed to be correct within
an estimated 25-percent margin of error. It is doubtful if the Soviet
transportation authoritles themselves have a really accurate estimate
of the capacity of Pattern B, because the true maximum capacity of
any raillrosd line is rarely ever discovered until the line functions

- 20 -
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Table 6

Estimated Maximum Traffic Capacities
of Existing Bast-West Railroad Through Routes
in Eastern Europe
Pattern B
June 1952

Maximum Traffic Capacities

. Emergency

Sustained Short-Term (Trains per Day

Route End Points (TEWPD)  (TEWPD) in Oue Direction)
I TIuebeck ~- Kaliningrad 2L 24 ‘ 84
IT Oebisfelde -- Chernyakhovsk ok 24 8k
ITI Helmstedt -- Brest Lo Lo 96
IV Ellrich -- Kovel! _ 2L 27 8l
V Bebra -- L'vov ' 26 30 96
VI Cheb -~ Chop 12 18 48
VII Fuerth -- Mukachevo 16 20’ 8k
VIII Linz -- Mukachevo 16 20 84
IX Salzburg -- Reni 20 2h 8l
X Udine -- Constanta 1h4 18 8L
XI Trieste -- Burgas 12 16 60
XIT Tarvisio -- Vil'nyus 20 ah L8
Total eso 28y 936

8. The derivation of these estimates is indicated in Appendix B.

under such extreme operating conditions as are Imposed in wartime. Expan-
sion of facilities goes on continually in normal railroads. In the Satel-
lite area, it has been somewhat accelerated since World War II, permitting
increases in traffic volume of from 60 to 100 percent above the 1946
levels. Expansion may be expected to continue to keep abreast of the
increasing requirements projected under the several Five Year Plans. Re-
ports of such expansion throughout the area are continually being received.
Recently, increased signal facilities on the Berlin -- Frankfurt/Oder

line have been reported.

The utilization of line capability for through traffic is limited by

the requirements for local traffic. This local traffic pre-empts an
important part of the total traffic capacity, varying frequently from

- 21 -
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about 25 to 75 percent of total capacity i&/ even on short stretches
of line. The actual effective east-west capability of Pattern B to
move freight cannot, therefore, be determined accurately without a
reasonably valid estimate of the minimum economic requirements of
the entire Satellite area.

l. Pattern B.

The total maximum short-term traffic capacity of the exist-
ing east-west railroad through routes in the Satellite countries, as
of June 1952, 1s estimated to be 287 TEWPD. At 900 tons per
train, the total short-term tonnage capacity would be 258,300 tons
each way per day. The maximum sustained traffic capacity is estimated
at 250 TEWFD, and the maxirmm sustalned tonnage capacity at 225,000
tons each way per day. An emergency traffic capacity of perhaps 936
trains in one direction, for 24 hours, is believed to exist.

Chief among the factors appearing to limit the present capac-
ity of Pattern B has been the widespread postwar dismentling of second
tracks in East Germany. Four of the five routes which cross Poland
are double-track. Only one of these, Route III, continues into Ger-
many with double tracks and does so only for the 82 kilometers from
Frankfurt/Oder to Berlin. The other routes are single-track west of
the Oder -- Neisse Line. :

Although four routes must therefore be considered to have only
single-track capacity, this limitation actually is not serious. Nine
lines clear the five routes westward from the Polish frontier. Single-
track line capacity is higher in East Germeny than elsewhere in the
Soviet Bloe, chiefly because the distances between passing sidings
are shorter in the Soviet Zone. BEast German inland shipping takes a
good percentage of traffic off the railroads. This fact affects the

sutilization of the capacity of Pattern B because much of the nonmili-
tary freight now moving from the USSR to East Cermany crosses Poland
via rail and, on entering Germany, is transshipped to inland. water-
ways at the Oder -- Neisse frontier. iz/ Alithough thls transfer does
not increase the capacity of Pattern B, 1t relieves the Reichsbahn of
considerable east-west freight traffic and certainly reduces the need
for double-tracking East German railroads. Tt appesrs doubtful that
the Pattern B lines 1n Bast Germany will be double-tracked in the next
few years.

-0 o
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2. Pattern_g.

The maximum short-term traffic capacity of Pattern C in 1955
could reach an estimated 388 TEWPD, if the amplification of facilitiles
described in Appendix A is completed. At 900 tons per train, the
tobal maximum short-term traffic capacity would be 349,200 tons each
way per day. A tabulation of these figures is given in Table T.*

V. Transloading Stations.

This report does not review in detail the problem of the difference
in gauge of Soviet and Satellite railroads and the allied problem of
transloading freight between cars of the different gauges. An earlier
CIA report, which reviewed the history and techniques of transloading,
derived a tentative capaclty estimate for total traffic through all
transloading stations on the western Soviet frontier. This estimate
indicated a tonnage capacity of 184,500 tons per day in each direc-
tion. At 900 tons per train, this would total 205 TEWPD, 82 TEWPD
less than the total maximum short-term traffic capacity of Pattern B,
herein estimated to be 287 TEWPD.

Obviously, transloading stations impose a 28-percent limitation
on east-west maximum short-term traffic capacity from the USSR to
the Iron Curtaln. Nevertheless, for the purposes of this report,
which reviews only the cepabilities of the Satellite railroads west
of the belt of translosding stations, the estimate of 287 TEWPD must
stand.

Any estimate of Soviet potential in Central Europe based on east-
west maximum short-term traffic capacity of only 205 trains daily
could lead to serious error. There are at least two reasons for this:
(1) Soviet supply centers throughout Eastern Europe can dispatch the
73,000-ton difference between transloading capsblliities and the capac-
ity of Pattern B, and (2) transloading capabilities are elastic and
can be expanded when the need arises. Existing stations can bé en-
larged, and new stations can be bullt. : ‘

Translecading has not been greatly mechanized. The chief require-
ments for expansion are manpower and rails, and there is no foresee-
sble lack of -these to restrict the construction of needed transloading
stations. Worn-out rails are satisfactory for this service, and anmual
replacement of rails in the Soviet Bloc greatly exceeds the total rail
investment in all transloading stations.

¥ MTable T follows on p. 2k,
- 23 -
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Table T

Estimated Meximum Short-Term Traffic Capacity of
Selected East-West Railroad Through Routes
in Eastern Europe

Pattern C
1955
Capacity

Route End Points fTEWPDZ
I Luebeck -- Kaliningrad 26
II Oebisfelde -~ Chernyakhovsk 26
ITT Helmstedt -- Brest Ll
Iv Ellrich -- Kovel! 30
' Bebra -- L'vov 36
V-A Rentwertshausen -- Sambor 18
VI Cheb -- Uzhgorod 20
VI-A Fuerth -- Vel. Berezne 18
VI-B Passau -- Ungeny 12
VII Fuerth -- Mukachevo 24
VIIT Linz -- Kolomyya A ol
X Salzburg -- Reni 2L
IX-A Innsbruck -- Reni 12
X Udine -- Constanta 24
XI Trieste -- Burgas ./ 18
XIT Tarvisio -~ Vil'nyus 32
Total 388

There are now about 10 railroad lines across the Soviet frontier
which have no transloading stetions end which are not in use. These
lines feed into Pattern B and have not been developed, because exist-
ing traffic does not require them. If more capacity is required,
they can be opened, and transloading stations can be constructed.

This type of expansion is believed to be under development now
in eastern Slovakia. In addition, there are many places where new
yards can be developed along the double-track, dusl-gauge (one Soviet-
gauge track and one standard-gauge track) lines which cross the fron-
tier in several places. This type of expansion has already been

- 24 .
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partially developed in the Brest and L'vov areas. Because transloading
capacity can be expanded by these two methods, transloading is not
considered to affect seriously east-west traffic capacity.

Transloading stations are not highly vulnerable. They are too
numerous; too dispersed and decentralized; too deep 1n enemy terri-
tory; and, particularly, too easily repaired to constitute a desir-
able target for amerial attack. :

VI. Emergency Traffic Capacities.

There 1s some evidence that the Soviet Bloc can exceed and intends
to exceed estimated meximum short-term traffic capacity levels on cer-
tain line sections for brief duration. The amount of traffic carried
by the USSR during the war, according to technically competent German
officials, reached astonishing levels for short periods of time. The
volume of traffic was increased by increasing both the load per car
and the density of trains. The introduction of four-exle freight cars
gradually increased the average net weight of Soviet train loads from
600 to 1,800 tons.

The USSR also was able, at times, to increase traffic over all
main lines supporting its western front to 1 train every 10 minutes
in one direction, which represents a rate of 14l trains per day.
Occasionally, trains were run in the same direction on both tracks
of double~track lines, giving an emergency traffic capacity rate
of somewhere between 200 and 290 trains daily. 16/

That the USSR believes 1t can extort such high-density perform-
ance from the entire Satellite system has been revealed several
times. TIn May 1948 the Soviet transport authorities directed the
Hungerian railroads to prepare Route VIII, from Hegyeshalom to
Chop via Budapest, for a peak west-to-east traffic level of one
train every 5 minutes in one direction only. The Hungarisns replied
that the greatest amount of traffic which could be expected from
this route would be 5 trains per hour, a rate of 120 trains per
day. 17/

In April 1951 the SBoviet authorities ordered the East German
railroads to study the feasibility of running trains from east to
west simulianeously on both tracks of the double-track sections of
Routes III and V and also the feasibility of operating 60 trains
within a 6-hour period. Although this would be at the rate of 240
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trains daily, the Reichsbahn is reported to have replied that both
propositions are feasible. l@/ In June 1951 the following traffic
capacities for the Reichsbahn were reported, on request, to the
Soviet Economic Commission: 162, 178, eand 164 trains daily -- not
in one direction but in both directions -- for the Halle -- Leipzig,
Halle -- Weissenfels, and Halle -- Berlin line sections, respec-
tively. }2/ Reports have been received of the USSR's requesting
other Satellite states to prepare for parellel one-way operation on
both tracks of double-track lines, but the replies of the Satellites
in question are not now known.

Whether the Satellites could establish parallel one-way operation
on double-track lines, with traffic approaching a rate of 200 trains
per line daily, does not affect this report, because none of the
routes in Pattern B is completely double-tracked. It is possible,
however, that the entire Pattern B could be prepared to support emer-
gency traffic for a limlted period of time. By employing the bifur-
cations and alternate sections, it appears probsble that every route
in Pattern B could be prepared to accommodate 4 treins per hour for
2l hours, or 96 trains for a l-day period.

At this rate of 1 train every 15 minutes, Pattern B could transfer
1,152 trains from deep in the Satellite area to the western frontiers
of the European Satellites in one gigantic operation. This estimate
is not extravagant. It 1s at a rate 20 percent less than the 5-trains-
per-hour rate that was acceptable to the Hungarian reilroads in 1948.
If, moreover, an additional safety factor of two extra minutes per train
were allowed, the rate of dispatching would be reduced 13 percent --
to 1 train every 17 minutes. This would.be only 7O percent of the
rate acceptable to Hungary in 1948. This rate would call for 84
trains over each route in Pattern B, or a total of 1,008 trains in 2k
hours.

Obviously, conditions on the 12 routes of Pattern B vary too
greatly to permit a single formula to rule. This estimate can be
adjusted by arbitrarily reducing the capacity for Route XTI to 60
trains and Routes VI and XIT to only 48 trains and by increasing
with bifurcations the capacity for Routes III and V to 96 trains.
These adJjustments further reduce the total to 936 trains. (See
Table 6%, )

* P. 21, above.

.
- 25 -
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At 900 tons per train, deliveries theoretically would total
842,000 tons. Totel loadings, however, would hardly exceed 505,200
tons, because it is estimated that only 60 percent of potential
capacity can be handled under emergency conditions. Such a movement
would take 3-1/2 to 4 days from the Soviet frontier to the Iron Cur-
tain, but only 24 hours would be needed to clear any given point or
line section. '

The whole movement could not originate at the Soviet frontier
wlthout extraordinery preparations in advance, because transloading
facilities cannot dispatch so many trains in 24 hours. Frontier load-
ings, however, would probably be augmented by shipments originating at
military depots and concentration points deep in the Satellite area.

Preparation for such movements would be difficult, but if the USSR
does impose occasionel "fire-drill" exercises on the varlous Satellite
systems, it can develop a potential for mass emergency through move-
ments of hundreds of thousands of tons of frelght per dsy. The prob-
lem of unloading and turning around so many trains would be enormous,
but it 1s known that mobile loading ramps, suitable for unloading
trains in open country, are stored at many stations throughout the
Batellite area. The density of the network, particularly in East Ger-
many, where there are approximately 1,000 stations west of Berlin,
would meke it possible to park 1,000 trains for unloading in less
than a day, provided the program were well planned in advance.

The potential ability to move 0.5 million tons of freight to the
borders of Western Europe from 800 kilometers deep in the Satellite
interior in less than L4 days could be of military utility. It is
extremely unlikely that such a high-density operation will ever be
put into effect, as 1t would be very expensive, and no need for such
a drastic traffic movement can be visualized at this time. Neverthe-
less, the exlstence of this great potential capacity is assurance
that the much lower levels estimeted for maximum short-term and max-
imum sustained traffic capacities can be achieved.

VII. Capabilities, Vulnerabilities, and Intentions.

The railroads of Eastern RBurope seem capsble of meeting any prob-
able requlrements for traffic between the Soviet fromntier and the
Iron Curtain. The estimated maximum sustained capacity for traffic
across the frontiers is 250 trains, or 225,000 tons, per day, suffi-
cient to deliver, for example, 500 tons per military division dailly

- 27 -

S5-E-C-R=-E-T -

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8



Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

S-E-C-R-E-T

to 200 divisions and to have 125,000 tons left over for nommilitary
traffic. This is an optimum figure, much higher than existing 1952
traffic levels and somewhat higher than the highest level of traffic
probeble even under full wartime conditions. Although this calcu-
lation wasg based on the existing lines and equipment, the full capac-
ity could not be achieved without some advance preparation.

Several factors limit railrcoad traffic in general and east-west
traffic in particular. Much railroad equipment is badly worn. Over-
loading 1s encouraged, maintenance of equipment is neglected, and
replacement of equipment is systematically delayed. The speeds of
trains cannot be greatly increased until the general conditions of
equipment 1s improved and until signal installstions and passing
tracks on many single-track lines are increased. Transloading capac=~
ity at the Soviet frontier is T2 percent of the maximum short-term
capacity of Pattern B, thus liniting the maximum short-term capacity
for movements crossing the Soviet frontier to 184,500 tons dally at
the end of 1952.

These limitations, however, do not affect the ability of the rail-
roads to meet existing requirements. Transloading capaclty in general
is being gradually expanded in step with the expanding productivity
of the Satellite economies. Any serious limltations which may develop
can be overcome whenever.requirements justify the necessary ilnvestment
in materials and manpower. .

The railroads of Eastern Europe are too decentralized to present
a highly vulnerable target either for aerial attack or for sabotage.
The network is dense enough to permit rerouting around many blocked
line sectlons at the same time. Locomotive repair facilities and
transloading stations are not good targets, because they are too
numerous and too widely dispersed.

Soviet intentions for Satellite railroads appear clear. The
intensive utilization will continue, but the gradual expansion of
facilities and the replacement of equipment begun after World War IT
are producing and will continue to produce a slow but steady lmprove-
ment in the general condition of the railroad system.

— e
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CONSTRUCTION ON EAST-WEST RATLROAD THROUGH ROUTES

PLANNED OR IN PROCESS IN THE EURCPEAN SATELLTITE AREA

June 1952

Table 8

Route

Country

Alignment and Work Planned. .

IT

IT

ITT

Iy

V-A Germanyk

Germany

Germany

Germany

Poland.

Germany

The Rathenow -- Neustadt -- Loewenberg line is
being brought up to first-class line capacity
by increasing the weight of rails and the num-
ber of sidings. 20/

The I.oewenberg -- Eberswalde new line is be-
ing built, in conjunction with the Rathenow --
Loewenberg line, to bypass Berlin via Werbig
for through traffic on Route II.

The Southern Outer Freight Ring from the Wuhl-
heide station in Berlin to the Seddin station
in Berlin is being double-tracked to give
Route IIT a high-capacity bypass around the
congested Berlin Inner Ring System. 21/

Completion of the lowicz -- Skierniewice --
Lukow line, now under construction, will by-
pass the congested Warsaw junction and consid-
erably increase the capacity of Routes III
and XIL. 22/

The Falkenberg -- Cottbus -- Guben line is plan-
ned to be double-tracked, giving Route IV a
double-track commnection through the dense
traffic area of Saxony. 23/

Reconstruction of the railroad bridge at Goer-

litz 24/ will open the line from Rentwertshausen

to L'vov via Zwickau -- Dresden -- Goerlitz --
Jelenia Gora -~ Prudnik -- Kozle -- Nowy Sacz -~
Sanok ~=- Sambor.
- 29 -
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Table 8
(Continued)

Route Country Alignment and Work Planned

VI Czechoslovakia Construction now under way of bypasses around
Prague, Pardubice, and Kolin and of triple
track from Prague to Poricany will increase
the total east-west capacity of Route VI by
relieving the heavy local traffic in Bohemia.

VI Czechoslovakia Completion of the new transloading station
: at Mat'ovece will permit Route VI to be
realigned east of Kosice, entering the USSR
via Michal'any, Banovce, and Uzhgorod. This
alignment leaves the existing transloading
station of Cerna free for the reslignment of
Route VIT.

VI-A Czechoslovakia Completion of construction on the Havlickuv
Brod -- 8lov. N. Mesto -- Brno line in
Moravia, on the Prague Bypass line, and on
the Humenne -- Ubl'a -~ Vel. Berezne line and the
strengthening under way on the Zvolen --
Margecany line in Slovakia will open a route
from Fuerth via Plzen -- Havlickuv Brod --
Brno -- Trnava -- Zvolen -~ Kysak into the
USSR via the transloading station reported
now under construction at Ubl‘a. gé/P

VI-B Czechoslovakia Completion of the Iucensc -- Levice line, now
under construction in Slovekia, 26/ will give
an slternate connection between Moravia and
the Ukraine via the existing single-track

line from Lucenec to Miskolc. Lines existing

- 30 -

S5-E~C-~R-E-~T

— - — o T—

Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8



Approved For Release 1999/09/02 : CIA-RDP79-01093A000300140003-8

5-E-C-R-E-T
APPENDIX A
Table 8
(Continued)
Route Country Alignment and Work Planned
VI-B Czechoslovakia in Moravia afford independent connection to
(Continued) .  the Czechoslovakia-Germany border via
S Trnava -- Breclav -- Jihlava -- Ceske

Bude jovice and Haidmuehle -~ Passau.

VI-B Hungary By overlapping on the Miskolc -~ Nylregyhaza
Rumania line, this route can join the line that
crosses Rumania through Dej to Iasi (the
first bifurcation on Route VIII, Pattern B).

VII Hungary Completion of the second track between Miskole
and Satoraljaujhely will give the realigned
Route VI a double-track comnection from
Gmuend to Chop via Miskole, Satoraljaujhely,
and Cerna. gz/

VIII Hungary Reconstruction of the Ujpest bridge in Budepest,
now under way, will give Route-VIIT an inde~-
pendent Danube crossing and reduce the overlap-
ping to only the 12-kilometer stretch between
Szolnok and Szajol. 28/

X Hungary The Szekesfehervar -- Budapest (Kelenfold) a/
line will be converted to a double-track line
by 195k. 29/

IX-A Hungary Completion of the Dunafoldvar -- Solt -- Fulop-

szallas line, crossing the Danube over the new Duna-
foldvar bridge, will connect Pusztaszaboles on the

a. Kelenfold 1s a suburb of Budapest.
- 31 -
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Table 8
(Continued)

Route Country

Alignment and. Work Planned

IX-A Hungary
(Continued.)

X Hungary

western bifurcation of Route IX with
Bekescsaba on the eastern bifurcation of the
samé route. This will give an additional
east-west route for Pattern C, free of over-
lapping from Innsbruck to Barbosi. The 12-
kilometer overlap with Route IX between
Barbosi and Galati is not serious, because
much westbound traffic on Route IX originates
at the deepwater Danube port of Braila, west
of Barbosi.

Work now in progress on the Baja -- Bacsalmas --

Kiskunhelas line will elevate this weak link
of Route X to a first-class line by 1957. 30/

i — o S —
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APPENDIX B
METHODOLOGY

The two most important estimates in this report are for the
maximum short-term traffic capacities and for the meximum sustained
traffic capacities of the 12 selected east-west railroad through
routes of Pattern B. The estimate of 287 TEWPD represents the sum
of the meximum short-term capacities of the 12 routes in Pattern B.
These egtimates are based chiefly on a survey of available documentary
evidence published by East German and Soviet authorities. These
documents indicate what East German and Soviet transportation
authorities seem to believe the Eastern European railroad capsbilities
to be. In order to arrive at the estimate for maximum sustained
capacity, 250 TEWPD, the maximum capacity estimates for the 12 routes
were arbitrarily adjusted downward to allow for failures which may
result from protracted intensive operation.

This approach to the problem of estimating maximum short-term
and maximum sustained capacities was necessitated by the lack of
adequate, basic detailed data which would permit reliable capacity
estimates for the 64 line sections cited in Pattern B, using the
customary formulas involving train speeds and distances between
signals.

The estimate of emergency capacity figure for Pattern B, 936
TEWPD, was based on reports of Satellite estimates of raillroad

capabilities. The detailed derivation of the maximum emergency
capacities will be found in Section V of this report. '
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GAPS IN INTELLIGENCE

There are considerable areas for which sufficlent information on
which to base usable estimates is not available. In defining Pat-
tern B, 64 line sections have been employed. Material has permitted
estimates to be made for 43 of these line sections. Little or no
information has been found on 21 of the line sections.

Although copious material 1s available for the East German rail-
road system, no really firm information on the Berlin -- Frankfurt/Oder
line was found. BEven less rellable information is available for the
other Batellites. Confirming information is needed for the estimated
capacities of the line sections listed in Table 9.%

The 22 line sections for which little or no information has been
found are listed in Table 10.%¥%

¥ Table 9 follows on p. 36.
¥%  Tagble 10 follows on p. 36.
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Table 9

Railroad Line Sections in Eastern Europe
for Which Traffic Capacity Information Is Desired

Route Alignment
1T Berlin -- Frankfurt/Oder
1T Frankfurt/Oder -- Wersaw -- Brest
v Wroclaw -- Katowice -- Przemysl
VI Prague -- Prerov -- Zilina

VII Bratislava -- Vac -- Miskole
VIIT Hegyeshalom -- Budapest -- Debrecen -- Zahony
Table 10

Railroad Line Sections in Bastern Europe
for Which Little Traffic Capacity Information Was Found

Route Alignment
v Koluszki -- Tomaszow Mazowiecki -- Radom
v Deblin -- Iaublin -- Chelm -- Yagodin
VII Fuerth -- Domazlice -- Gmuend
VIiI Bratislava -- Szob
VII 8zob -- Vac -- Hatvan -- Misgkole
VII Migkole -- Nyiregyhaza
VIT Miskole -- Satoraljaujhely
VIII - Hegyeshalom -- (yor -- Budapest
VIII Budapest -~ Ujszasz
VIIT and IX Szolnok -- Szajol
VIII Szajol -- Debrecen -- Nyiregyhaza
X a/ Fehring -- Szombathely -- Budapest
IX Budapest -- Cegled -~ Szolnok
IX Lokoshaza -~ Arad -- Bucharest =-- Galati
X Zagreb -- Koprivnica -- Gyekenyes
X Gyekenyes -- Kaposvar -- Kiskunhalas

a. Alternate line section.
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Table 10

Raillroad Line Sections in Eastern Europe
for Which Little Traffic Capacity Information Was Found

(Continued) -
Route Alignment
X Kiskunhalas -~ Timisoara
X Bucharest -- Constanta
XTI Dimitrovgrad -- Sofia
XI1TI Venezia -- Udine -- Villach -- St. Veit
..37..
S-E-C-R-E-T
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SOURCES AND EVALUATION OF SOURCES

1.  Evaluation of Sources.

This report 1s based on hundreds of reports originating in all
channels of procurement svaileble to CIA. Although only a few
reports earlier than 1950 are cited in this appendix, all aveil-
able material since September 1948 has been read, much of which may
be reflected in the background for the report Without actually being
cited in the text.

Reference is made to 29 intelligence reports. Of these, 21 were
originated by CIA and 6 by the Army. The Department of State and a
furnished the other two reports.

These sources fall roughly into two classes. (a) Statements by
technical or lay sources believed to be in a position to know, or to
have access to persons who know.  Coming at second or third hand
from sources which cannot alwsays be checked, these reports cannot
be given the highest credibility. (b) Official documents of the
Gexrman ralirosds prepared by Reichsbahn technlcians for the use of
Reichsbahn personnel in several operatlonal capacities. These
documents are related to railroad traffic planning and capacities.
They are published in several forms: graphs, charts, maps, and
statistical tables. These documents are too numerous, diverse, and
verisimilar to be counterfeit,

Among these, the Buchfahrplan and the Fahrplanblatt documents are

‘outstanding. The Buchf'ahrplan, a tabular operating timetsble, is a

notebook listing every train that mey run in a given railroad section,
including the times of arrival and departure at every station on the
route, the standing time per station, the maximum g¥%ss and net weights
of trains, meximum operating speeds, and the minimum braking power
allowed. A Fahrplanblatt charts on one sheet all the information
given in many pages of a Buchfahrplen, with one difference ~- the i
graphic timetable charts much less traffic than the tsbular timetable.
It appears to chart actual traffic rather than traffic capacity.
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The arrangement and content of these documents is convincing
and plausible enough to lend them very high credibility. Some of
them were accepted at face value, and others were slightly modifiled.
It is largely on the basgis of these high-credibility documents that
this report has been prepared.

2. BSources.

Evaluations, following the classification entry and designated
"Evel.," have the following significance:

Source of Information ' Information

Confirmed by other sources
Probably true

Possibly +true

‘Doubtful

- Probably false

Cannot be Judged

A - Completely reliable
- Usually rellable

- Falrly reliable

Not usually reliable
- Not reliable

- Cannot be judged

HEgaow
]
O\ EFEW O E
1

Evaluations not otherwise designated are those appearing on the
cited document; those designated "RR" are by the author of this re-
port. No "RR" evalustion ig given when the author agrees with the
evaluation of the cited document.

25X1A2g
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Caucnow

Dabie

Dat -
Buiriziets

Dominek
Duierzoniow

Garczegorm

Gorzbw Wielkopolski
Goscino

Gordnica

Gramigea

Henrykw

Jakuszyee
ank

rays
Eunowice
Lagiewntki
Eeba
Lebork
Legnica
Letna

Lipinka.
ipos

Lubai —

Lubswka
Lubiana

Lubin

Lubsika
Luwdwek Slaski

Malczyce
Manowo

Wiey
Nowa 561
Nowa Wies Grodsiska
Nowe Warpno

@

Nowagare
Nowy Swictow
Nysa

POLISH-GERMAN EQUIVALEN'

S FOR PLACE NAMES

IN FORMER GERMAN TERRITORY

GERMAN
Banerwits
Heinfeld Hammer
Belgard
Langenbielan
Nieder Bielau
Benau
Bublitz
Willdehen

ric

Brieg.
Ditiersbach
Budow
Buchelsdors
Beuthen

Biitow

gen
empelbur;
Grasbriick
Sotnenburg
Rathwasser
Schlochay

Mtdamm
Riigenwalde

Gutbentag

Galinow
Gunran
Landsberg an der Warlhe

agen
Greifienberg in Senlesien
Gramene

Heinvichau

Kanigseelt
‘Bad CharloUenbrunn
Hirschberg im Ricsengebirge
unan

Kallies
e

Landeshut
Korlin

Erouz
Eunersdort
Heidersdort

Leba,

Lauerburg in Pommer
Liegnilz

Marklissa

Deutsch Teippe

Lat-

Lauban

ALTIRLNne

Liiben

Sommerfeld
Lowenberg in Schicsien
Maltsen

Manow

Meradort

Rummelsurg in Pommern
Meseritz

Decp
Zillertal Erdmannsdort
Soldin

Namsia

e
New
Neu

usal
dort am Gréditaberg
warp

roLsi
Okrucsayn
Olawas

Olesniea,
Oesno

zyee
siuskowice

Raciborz
Radkow
Radosiowice
Rarwino

: CIA-RDP79-01093A000300140003-8

Heerwogen
et Spiegel

Neustal in Oberschlesien
Gutweile

Prieborn

Priebus

Hundsteid

Pyrita
Peiskretscham

Ujicie
Ulikowo
Unicicie
Ustka

Wabizyeh
Walcz

Worowo

Wraclaw

o T,

Wyswgira

Zabkowice Syskic
Zaby

Zaroje.
Zgorzelce Vjand

Ziclona Géra
Zincientec

Zhoty Stok
Zmigréd

teinau
Steinan in Obersehlesten
teine

Nieder Bad Salzbrunn

Stettin
Neustettin
Sprotlau
Goldmwor

Teuplitz

Dsen
Wulkow

Nest
Stolpmunde

Waldenbutg in Sehlesien
Deutseh Krone

sver PAWictstoc:
Prepenbury.

Frankenstein in Schiesien
Findenturs;

Sanitr
‘Soran inNicder Lausi
Grenzwiese.

Gorlta Noys

Rosswiese

Grinberg.

Falkenburg

Goldberg in Schiesien
tow

Flat
Reichenstein
Trachenbery,
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